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SUBJECT: REJECTED TAKEOFF, AIRCRAFT 132

On Frlday, 2 December 1966, Alrerofi 132 experienced
a rejected takeoff. A pouver loss on the right engine av rotation
was the reason for the pillot electing to abort. The drag cnube
failed upon deployment and the brakes felt lneffective so the
pilot turned off of the overrun and relled to a stop on the
lakebed. Minor damage to a gear deor and blown tired on the
right side were the only damage found.

was the pilot on a Type I revolldatlion flight.
Gross welght for takeoff was 105,500 pounds end FAT was U30F, He
reported all checks prior o and during »oll were normal. AL
rotation he noticed a pronounced right vaw and asswmed the right
A/B had pone out. He cycled the throttle and s8till had the problem.
Speed uas 210 KIAS and not Jincreasing s0 he deelded to abert. No
caution lights were observed. ' '

Throttles were chopped to Idle and he pulled The chute
hondle ag scon as the alrerafi touched the ground. Chute deploy-
ment wos felt but no accompanying deceleration. Brakes were
applicd but Lelt ineffeetlve. By this time he had passed the
eonerete turn-around pad snd didn®t know exactly where he was
on the overrun nor how much kore overrun was lefit. He tarned
off the strip onto the lake and felt a notlceable deceleration
waen on the iake surface., After stopping, the wheels anfl brakes
were lnspected by the Operations Officer, He noticed oneé blown
tire on the right gear but the brakes dld not appear hot, s0
advised Ray to taxl on in. While taxiing in the other two tires
on the right side blew out so the alreraft was stopped and shut
dowun on the north taxl strip.

The alreraft was defueled, new wheels Ilnstalled on the
rlght side and towed to the hangar. After remdving the Type I «
packase, new bralkes and wheels were installed. The alrcralt wag
inspecied for strucktural damage and a gear swing was performed.
A voclk had appavently hit the leading edge of the right inboard
gear door and caused a dent andd Several cracks. The door was

pepiaced wlth one from gtock and.the old one will be repaleeds

No other damage ‘was found. The left bhrakes were in good condle
tion but the right ones were badly overheated. The right engine.
was locked over in the alreraft and appeared to be okay. D
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Installed engine and A/B runs were made on the right
enzline. (#247). It dld not hold trim EGT very well over a
scries of runs and gradually decayed from an 8180 ¢rim to 788°
without down triwming., A/B {lame pattern looked good but it
also had a tendency to decrease fuel f£low by about 1000 pounds
over a geries of iuns. Operation was normal otherwise. Control
rigeing was checked and found nomidrl. :

Coclplt camera pilctures were revicwad and two [xames
showed the right nozzle full cpen, right BECT low and FF down
9,000 pounds prior to chopping the throtiles. The chase pllot
revorted A/B operation looked normal until he saw The right
side go out then right beck on follewed by both going out. The
£ilm and the chase pillot report malke it sound like a mrailn engine
problen caused the nozzle to go wide open. The resultant loss
of thrust made il think he had lost the A/B and what the chase
pilot sow was caused by ] nanipvlating the throttles.

Engine #2847 wos remcved for P & W to investigate
further. Thms far the test stand results closely dupllcate

previcus test-peand rans-cn_this engine., The engine is belng
held for further investigatldd.” FROC are conducting tests Lo
possibly ald in the problem solution.

Adrcraft systeme and components that could possibly
cause the problem were checked. Boost pund pressures were
checked stabic and uwnder flow condltions,. Static pressure
was above 28 psi at 400 cycles. At idle it was 18 psi and
5000 rom was 25 pel. ILow pressure swltch sebtlng was 8 to
g psi. Generator voltage was within limits. Main fuel shut-
off worked nompally. ,

Prior to this flight both main fuel screens were
cenoved from the aireraft feed lines for a reculired inspectlon.,
After relnsbtallation, the englnes were run for several minutes
with about thiree minutes ab Mil power. This procedure was
adopted twoe months ago in lleu of the previousiy used pollcy
of A/B rmung to dlsplace air in the fuel system.

The history of the A/8 run reguirement goes back ©o

the eaviy J58 days on 121L. We experienced two cases of aborted
takeofs and lost flights becanse the A/B qult soon after lighting.

Tt was found that the engine fuel sygtem or main feed systun had

been owen prior to each flight. It was declded that to pesvent -
loss of Tlighte like we had experlenced, or more seriound consequences
due 0 a fallure later in the roll, a checkeout procedure reguirement
nad o be adopted. A procedure that called for three A/8 cycles

with one of them at least three minutes long was placed in effect,

e were told that the AP and SR7L1 dvopped thls procedure

over sin months ago due 1O pressure from the Alr Force. The P & W
5% engine 0.I. called 4% out as a requirvement until 12 October 1956.
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AL this time a revislon eliminated the requirement. At the
B e ru-ososely dragged our feet on eliminating the require-
ment until Sepfember. By this tlme we felt that the SR oper-
ating expcrience was sufficient to prove out the system. The
proceture Was originally adepted with A/B cperation of prime
concern because of the 121 experlence and o test tnat was run
on the lccal test stand. On this test, air was purpssely in-
troduced into the A/B congfrol irain body. A/B operation was
normal for 30 seconds then 1t blew cut. Test stand operators
report that sometlmes 1t takes qulte a while to get all of the
air cut o7 an engine fuel system and have normal operatlion on
afresh" engine. ‘

with all ground tests glving egsentially normal englne
and A/B opeyatlen, the moset likely cause appears Lo be aiyx in the
main control. We have asked P & W co conduct more alr ingestlon
tests so that more can be 1earncd about whether or not alr 13 a
problen. Heaawhlile, we have pone back to the old A/B run re-
gquirement. ,

> ihe drag chute failed one complete gore. it was
geployed around 195-200 KIAS. This 18 slightly above placard
1imis. EAFE tests have had asuccessful chute operatlon on used
chnbes at 100 KIAS. Thls chute had 13 previous operatlons and 29X1A
© 3:50 N Y hcor that y group is develoning
\ n tester for drop testing chutes. This scunus like a necded iGen.
% 1t doesn't work out, we should conglder lowering the 1imlt of |
25 maximer operatlons before rejectlion., The only way I can sec -
a pilot vaiting for a 1imit specd on operatlon of an emergency
device Llike this is to maoke 1t neccessavy for him to do aomething,
esnusual to deliberantely exceed the 1imit. Perhaps a Q switch

- eould opovate a pin that would prevent operatlon of the handle
above 100 knots except by shezring the pin or something. This
yould remind him that he was going too fast. Tither somethlng
1ike this or make the chute take a higher speed.

"he hrakes were operated above their placard speed
and, sccording to the pllot, he was bottoming the pedals. The
‘appearance of the right brakes substantlates this but the leilt
brakes do not. There 1s a possibility that the left brakes were
in need oi bleeding. o -

e old deceleration line on the lake c¢an ne longer be
naed due o the drainage ditch. Operations has asked us o work
with thew on a new layout that gharts beyond the concrete turn-
around pado. . : ‘

Aiporaft 132 has a new engine installed and i1s scheduled
for a flisnt 13 December 1966. '

: ) . 25X1A
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ca: C. Y. Johnson’
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